foreign merchants from transporting to Sweden goods that did not originate in their own countries. As sailing in ballast to Sweden and Finland to pick up export goods was unprofitable, this law in practice also protected export shipping for domestic vessels and motivated merchants to invest in shipping. The Swedish Navigation Act was justified by the fact that it would stimulate Sweden's own shipping industry -in practice at the cost of the Dutch and British ships -and also strengthen Swedish naval power as it would lead to an increase in capable seamen who could be hired from the merchant fleet in time of war. 7 Moreover, according to the early eighteenth century Swedish legislation, imports and exports on board foreign ships were subject to 50 per cent higher customs fees than were domestic vessels.
By the end of the eighteenth century these customs fees for foreign ships carrying Swedish (and Finnish) timber cargoes rose up to 280 per cent higher than the customs for domestic ships. 8 Thus foreign trade shipments were mainly carried by domestic vessels.
Contemporaries already perceived the problems of the Swedish Navigation Act -as did Smith in Britain. A Finnish representative at the Swedish 1765 Diet, Anders Chydenius, argued that the Swedish Navigation Act was only beneficial to large merchant houses as it protected their business, but harmful to the state and most of the citizens. According to him, the Act not only restricted foreign trade and increased the prices of (imported) commodities, but also demand for Swedish export items would diminish as the prices would be higher due to the more expensive freight costs. Chydenius stated clearly in his published pamphlet that it would be more beneficial to use cheap foreign ships in foreign trade shipments. 9 Many authors after him have criticized the Swedish Navigation Act as mercantilist and protectionist, and thus harmful. These critics include Eli Heckscher, who called the system. 10 However, the authors have been unable to pinpoint the effects of the Navigation Act exactly.
By using Finland (part of Sweden until 1809) as a "laboratory case" this paper aims to analyse how differently shipping developed with or without the protective Navigation Act or similar legislation. Namely, south-eastern parts of Finland were conquered by Russia during the early 18 th century wars. This area also included Vyborg, the city that emerged as the most important timber export port in Northern Europe during the course of the 18 th century. In
Vyborg and in its surroundings the Navigation Act never came into force as Vyborg was already part of Russia when the Act was passed. When the rest of the Finland was conquered by Russia during the Napoleonic Wars (1808-9), Finland became an autonomous part of imperial Russia (until 1917) and she could keep her old (Swedish) legislation. The southeastern parts (including Vyborg and neighbouring town of Fredrikshamn) were annexed to Finland in 1812 and the Swedish legislation came onto force also in these areas -at least in theory. Namely, the Swedish Navigation Act was never enforced in this area. This was mainly due to practical reasons: there were simply not enough Finnish ships to carry the growing volume of exports abroad. In the rest of Finland the Navigation Act lost its power by the mid-19 th century due to bilateral trade agreements with several countries and was finally repealed during the Crimean War in the 1850s. 11 In Sweden the Ordinance was lifted in 1857, although it had gradually lost its power from the 1820s onwards as treaties of commerce and navigation were made with almost all the important maritime nations. This gradual abolition of the old Navigation Act in Sweden led to a situation where Norwegian, Dutch, Finnish and British ships successively appeared in Swedish ports (especially the most northern ones), and increasingly took over the export trade. This, in turn, led to a decline in freight rates and an increase in exports -just as Anders Chydenius had suggested one century earlier.
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The reason why research has not sufficiently analysed the role of the foreign trade shipments 21  22  23  24  25  26  27  28  29  30  31  32  33  34  35  36  37  38  39  40  41  42  43  44  45  46  47  48  49  50  51  52  53  54  55  56  57  58  59  60 nationality of ships, and moreover, as Vyborg was again lost to the Soviet Union after the Second World War, researchers have also had difficulties in accessing local archival sources.
Therefore this paper will collate information from the Danish Sound Toll Accounts Online in the world. 21 The Finnish merchant fleet was more frequently used not only for carrying domestic export and import cargoes, but also in international freight cargo trades. 1  2  3  4  5  6  7  8  9  10  11  12  13  14  15  16  17  18  19  20  21  22  23  24  25  26  27  28  29  30  31  32  33  34  35  36  37  38  39  40  41  42  43  44  45  46  47  48  49  50  51  52  53  54  55  56  57  58  59  60 Finnish ships in the Danish Sound was 1.5 and in 1835 4.4. per cent respectively. As Finnish ships carrying tar and timber were typically rather large when compared, for example, to Swedish vessels that were built to carry heavy cargoes of iron, the tonnage of Finnish shipping was most probably higher than Figure 2 shows.
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The early nineteenth century also witnessed also a rather significant structural change in 1  2  3  4  5  6  7  8  9  10  11  12  13  14  15  16  17  18  19  20  21  22  23  24  25  26  27  28  29  30  31  32  33  34  35  36  37  38  39  40  41  42  43  44  45  46  47  48  49  50  51  52  53  54  55  56  57  58  59  60 19th century. 34 Nevertheless, Fredrikshamn was also a fairly significant port for timber exports, as can be seen in the Sound Toll.
Another institutional arrangement also affected the rise of the timber trade in South-East Finland; Russia, unlike Sweden, had no such restrictions on the use of forest resources -and the restrictions passed were not efficiently enforced, which made large-scale logging possible. 35 Therefore merchants in the Vyborg and Fredrikshamn area were free to exploit the forest resources 36 , whereas in the "Swedish" part of Finland more value added was to be gained by producing tar, pitch and ships using similar wood as a raw material. On this "Russian" side of
Finland there were no such a restrictions on using timber resources as was the case on the "Swedish" side -thus, for entrepreneurs it was profitable to establish as many sawmills as possible; especially as they did not (have to) invest in expensive ships as did the merchants in western Finland . 37 Furthermore, the Vyborg and Fredrikshamn exports were linked to hinterlands in eastern Finland with vast forest resources through inland water routes, up to towns of Joensuu, Varkaus, and Kuopio, alongside the Lake Saimaa waterway. Therefore, by the 1780s Vyborg and Fredrikshamn exported more sawn goods than the whole of the Swedish realm combined.
During the late 18 th century even in Russia more restrictive policies were implemented to protect the forests. The aim was to secure timber resources suitable for shipbuilding -the motive was not, however, to promote merchant shipping but rather to safeguard the interests of the navy. 38 Yet these restrictions had only a modest effect and they were quite widely violated. 39 Nevertheless, the total volume of timber exported from Vyborg diminished rapidly from the 1780s total of 150,000 tolts to only 5,000 tolts in 1811. 40 Nevertheless, the role played by foreigners in shipping did not diminish as can be seen later in this article -simply due to the fact that the volumes of timber Vyborg was exporting were far too large for the Finnish merchant fleet. Furthermore, the major aim of the Swedish Navigation Act was to prevent import, not export trade with foreign ships, though in practice it had also diminished the export shipments.
The South-West Finland timber shipments, obviously, provided cargo carrying opportunities for to the ship owners of western Finland -as did the whole Russian empire. Russia had no Thus it was not until the turn of the 20 th century that the Russian merchant fleet overtook the Finnish fleet in tonnage.
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The major exogenous causes for the growth of timber exports were related to the overall economic growth in Europe and particularly in Britain, as Britain was the main market for
Finnish timber (and tar) exports. However, the institutional changes in British markets were fairly decisive for the growth of timber exports. Namely, until the 1820s timber was mainly carried to other areas such as the Netherlands, Portugal and Spain, as the British customs duties on northern timber made it unprofitable to enter this market: in the 1820s up to 90 per cent of the price of timber in Britain imported from Nordic countries was caused by customs duties, freight and other costs. 46 The incremental abolition of customs duties on foreign timber in Britain, and consequently the ending of British preferences for colonial imports, can be clearly seen in the rise in Finnish timber shipments in Figure 3 . 47 22  23  24  25  26  27  28  29  30  31  32  33  34  35  36  37  38  39  40  41  42  43  44  45  46  47  48  49  50  51  52  53  54  55  56  57  58  59  60 was different: in the Finnish (Swedish) areas annexed to Russia in 1721 (including the towns of Vyborg, Sortavala, and Käkisalmi) the shipping was almost entirely in the hands of foreigners throughout the eighteenth century. 49 As timber exports grew rapidly, especially from the early 1830s, and the tonnage of these towns did not increase sufficiently , the share of foreign tonnage in Finnish export trade through the Danish Sound was rather large, as can be seen in Figure 4 50 .
The Finnish research so far has argued that although the power of the Swedish Navigation Act diminished and did not greatly affect export trade, still the export shipments even from so-called Figure 4 the home port of the vessels passing the Danish Sound is defined through the home of the master of the ship. This so-called domicile problem has been fairly extensively studied, yet this definition is used here rather straightforwardly and needs more detailed analysis. Source: STRO. Note: names in Swedish (Finnish names in parenthesis)
The Sound Toll data does not necessarily reveal exactly where the ships were bound for, especially if they were leaving the Baltic Sea: in many cases the Danish officials just noted "to North Sea" in the records. During the early nineteenth century these records became increasingly more accurate in this regard: the share of ships leaving Finnish ports and entering 1  2  3  4  5  6  7  8  9  10  11  12  13  14  15  16  17  18  19  20  21  22  23  24  25  26  27  28  29  30  31  32  33  34  35  36  37  38  39  40  41  42  43  44  45  46  47  48  49  50  51  52  53  54  55  56  57  58  59  60 Source: STRO.
The British dominance in Finnish exports and shipping can be further witnessed in the share of British vessels of foreign ships sailing to and from Finnish ports through the Danish Sound.
Namely, throughout the early nineteenth century some 50 per cent of the foreign ships entering or leaving Finland were British, totalling over 3,500 vessels. As Table 2 Page 17 of 20
Source: STRO.
The foreign ships were mainly used for carrying cargoes of timber. 1  2  3  4  5  6  7  8  9  10  11  12  13  14  15  16  17  18  19  20  21  22  23  24  25  26  27  28  29  30  31  32  33  34  35  36  37  38  39  40  41  42  43  44  45  46  47  48  49  50  51  52  53  54  55  56  57  58  59  60 south-eastern Finland of ships sailing from Finland was about 41 per cent for the whole period, its share of Finnish owned ships was only around seven per cent. This further demonstrates the prominent role played of foreign ships in carrying exports from this area.
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The early 19 th century was a period in autonomous Finland both with and without the protectionist Navigation Act. This affords us a research setting to analyse the importance of this mercantile legislation. This period also witnessed growth and structural change in Finnish export trade and shipping. This study is also a first attempt to analyse the recently digitalized Danish Sound Toll Customs Accounts to re-evaluate shipping and trade from and to Finland during the early nineteenth century. This data showed that the role played by foreign ships was far more pronounced in shipments from Finland during the period than has previously been suggested. This, in turn, was related both to endogenous and exogenous institutional and market related factors. Primarily, the return of the Vyborg area to Finland after the country's annexation to Russia totally changed the structure and volume of trade and shipping: timber superseded tar as the most important export item, and the Swedish Navigation Act could not prevent foreigners from taking part in these shipments from southeastern Finland. Simultaneously, the decline of customs duties for foreign timber made it possible for Finnish and other Nordic timber exports to enter British markets. As these timber exports increased significantly there simply were not enough domestic ships to carry these goods; thus using foreign vessels was a matter of necessity. However, the import commodities (salt) seemed to be still in the domestic province -as was the major objective of the Commodity Ordinance/Navigation Act in the first place. The structural change in Finnish exports also changed the economic geography of the country as the dominant role moved from tar-producing and exporting Ostrobothnia in the north-west to timber exporting from the Vyborg area in the south-east.
The study shows that protectionist measures such as the Swedish Navigation Act vanished already before they were banned due to the growth in demand for timber exports from southeast Finland. Moreover, the article suggests that the criticism levelled at the Navigation Acts, 1  2  3  4  5  6  7  8  9  10  11  12  13  14  15  16  17  18  19  20  21  22  23  24  25  26  27  28  29  30  31  32  33  34  35  36  37  38  39  40  41  42  43  44  45  46  47  48  49  50  51  52  53  54  55  56  57  58  59  60 Finnish export trade and shipping, including the overall growth of trade, and also a number of institutional changes. The institutional forces affecting these processes came from four directions. First, the old Swedish legislation was still in force in Finland. Second, the area of "Old Finland" was first under the restrictions of the Russian legislation, which might have formally abolished but not in reality. Third, the institutional changes in the major market country, Britain, profoundly influenced the increase in demand for Finnish export products.
Fourth, autonomous Finland was able to introduce her own legislation and regulationsthough under Russian rule -but these had only minor role to play in this context. These institutional contexts should be studied more precisely in future research.
The activities and attitudes of Finnish or foreign businessmen engaged in export trades or shipping are not analysed in this paper. However, in light of the indirect evidence from the macro development, one might assume that the businessmen in south-eastern Finland were more motivated to invest in sawmills than in shipping. This was due to three reasons. First, liberal Russian policies during the eighteenth century did not restrict the use of forests for timber exports, nor did the Russian authorities try to keep shipping in domestic hands.
Secondly, there was a growing market for timber exports. Thirdly, transport capacity was available at a reasonable cost -thus, it was more profitable to invest in sawmills than shipping. The situation was totally different on the west coast of Finland, being under strict Swedish protectionist legislation both in terms of the use of forest resources and domestic vessels in import trade. Furthermore, the major export item of the area, tar, did not require investments in production capacity as it was produced by peasants with rather simple methods. Thus businessmen in this area were more motivated to engage in building shipping capacity to transport cargoes of tar. Furthermore, ship owners on the west coast of Finland, in Ostrobothnia particularly, had already established themselves in the international freight carrying business, which in turn motivated them to make further investments in shipping capacity.
Finally, the rise of timber exports and the large share of foreign ships in carrying these goods witnessed the integration of the Finnish economy into the rest of Europe at the time. This integration was, however, British led, which can be seen in the overwhelming role played by 1  2  3  4  5  6  7  8  9  10  11  12  13  14  15  16  17  18  19  20  21  22  23  24  25  26  27  28  29  30  31  32  33  34  35  36  37  38  39  40  41  42  43  44  45  46  47  48  49  50  51  52  53  54  55  56  57  58  59  60 shipping did benefit for certain years of the French revolutionary and Napoleonic wars from the neutrality of shipping with significant profits from trade. Nevertheless, the era was rather chaotic when compared to the long and peaceful early 19 th century -that from the Finnish perspective ended in the Crimean War of 1854-55 which brought Finnish shipping and trade to a total halt.
In future more research is needed to better understand how and why the foreign ships gained 1  2  3  4  5  6  7  8  9  10  11  12  13  14  15  16  17  18  19  20  21  22  23  24  25  26  27  28  29  30  31  32  33  34  35  36  37  38  39  40  41  42  43  44  45  46  47  48  49  50  51  52  53  54  55  56  57  58  59  60 
